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ANTISKID APPARATUS, VEHICLE, AND
MOTORCYCLE

CROSS REFERENCE TO RELATED
APPLICATIONS

This application is entitled to and claims the benefit of
Japanese Patent Application No. 2013-073607, filed on Mar.
29, 2013, the disclosure of which including the specification,
drawings and abstract is incorporated herein by reference in
its entirety.

BACKGROUND OF THE INVENTION

1. Field of the Invention

The present invention relates to an antiskid apparatus for a
hybrid vehicle which is driven by a plurality of driving
sources such as an engine and a motor, and a vehicle and a
motorcycle provided with the antiskid apparatus.

2. Description of the Related Art

For engine-driven type vehicles, emitted environmental
pollutants are desirably reduced as much as possible from an
environmental point of view. Accordingly, in recent years,
hybrid vehicles in which an electric motor that drives a wheel
is mounted together with an engine so that the driving wheel
is driven by the electric motor have been developed and are
replacing engine-driven type vehicles.

As such hybrid vehicles, series-hybrid type vehicles are
known in which a generator is driven by the engine and a
driving motor that drives the driving wheel is driven by the
electric power generated by the generator. Moreover, parallel-
hybrid type vehicles are known in which the engine and the
motor are switched between each other depending on the
driving state and/or the remaining amount of electricity in a
battery (secondary cell) charged by the generator, and at least
one of the engine and the motor is used to drive the driving
wheel.

In such a parallel-hybrid type vehicle, if an accelerator
pedal is suddenly returned to a fully closed state while the
engine is operating at a high rotation speed, the rear wheel, a
driving wheel, may exceed its grip limit and slip due to a
negative torque (reverse torque or so-called engine brake) of
the engine.

Similarly, when the engine rotation increases due to shift
down during strong deceleration associated with a braking
operation, a deceleration ratio of the transmission becomes
large once a clutch is engaged, and a negative torque of the
engine is increased and added to a previous braking force. As
a result, the rear wheel, which is the driving wheel, may
exceed the grip limit and slip.

As a mechanism for reducing the occurrence of slip of the
driving wheel, a drive controller such as that disclosed in
Japanese Patent No. 3646632 is known and monitors the
driving state of a vehicle equipped with a continuously vari-
able transmission (CVT) to determine whether the vehicle is
slipping, i.e., in a skid state.

The drive controller avoids, if the vehicle is in a skid state,
the skid state by controlling the torque transmitted from the
driving wheel by controlling the generator.

The drive controller described in Japanese Patent No.
3646632 is mounted on a CVT and reduces skidding of the
vehicle once it has occurred. Specifically, the drive controller
is configured to reduce skidding afterward on the basis of the
occurrence of skidding. Recently, there has been a demand for
an apparatus which can avoid skidding more effectively than
drive controllers configured to reduce skidding after it has
occurred.
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As described above, the apparatus for reducing skidding is
mounted on a CVT, and there has been also a demand for
smooth driving without causing skidding in the parallel-hy-
brid type vehicle including a stepped transmission.

Moreover, regarding a parallel-hybrid type motorcycle as
the parallel-hybrid vehicle including a stepped transmission,
there has been also a demand for smooth driving without
skidding.

As a mechanism for reducing the slip of the driving wheel
in motorcycles, a slipper clutch that automatically limits a
torque transmitted from the driving wheel, i.e., a back torque
limiter (also referred to as a BTL) is widely known. In gen-
eral, the BTL is disposed on the engine side from a shift gear
in a power transmission path so as to perform an operation of
limiting a reverse torque acting on the BTL itself. As a result,
since the reverse torque limited by the BTL or the reverse
torque in the rear wheel shaft is transmitted to the rear wheel
shaft through a gear stage, the reverse torque varies depend-
ing on the gear stage used during the operation.

Specifically, the reverse torque limited in the rear wheel
shaft is determined depending on a set gear ratio. For
example, the reverse torque limited in the rear wheel shaft is
different between a high-speed gear stage (e.g., shift down
from a sixth speed to a fifth speed) and an intermediate-speed
gear stage (e.g., shift down from a fourth speed to a third
speed) or a low-speed gear stage (e.g., shift down from a
second speed to a first speed) at which the BTL is operated.

As a result, a reverse torque limit set corresponding to a
specific gear shift stage may not provide a setting for suitable
operation for other gear stages. Specifically, if a reverse
torque limit is set for operation suitable for the low-speed gear
stage, the BTL can easily be operated at the high-speed gear
stage, which causes a problem of lack of the engine brake.
Therefore, even in the case of the motorcycle on which the
BTL is mounted, achievement of smooth driving without slip
is in demand.

SUMMARY OF THE INVENTION

Preferred embodiments of the present invention provide an
antiskid apparatus that is preferably mounted on a parallel-
hybrid type vehicle and achieves smooth driving more effec-
tively by avoiding slip of the driving wheel in advance.

A preferred embodiment of an antiskid apparatus of the
present invention is an antiskid apparatus for a hybrid vehicle,
the hybrid vehicle including an engine that outputs a rota-
tional power from a crankshaft as a propelling force of the
vehicle; a power generator that is connected to the crankshaft
of'the engine, the power generator configured to be driven by
a torque of the crankshaft to generate electricity and to gen-
erate an auxiliary driving force that assists the propelling
force by adding a torque to the output of the crankshaft; a
battery that supplies electricity to the power generator and is
configured to store the electricity generated by the power
generator; and a transmission that changes a speed of a rota-
tion of the crankshaft and transmits the rotation to a driving
wheel, the antiskid apparatus including a generator control
section that is configured to adjust a deceleration torque of the
driving wheel by controlling the power generator to change
from an operation of decreasing a generated amount of power
from the power generator to an operation of assisting driving
of'the crankshaft when an engine rotation speed is higher than
a predetermined rotation speed during rapid deceleration in
which a vehicle deceleration speed is at a predetermined
value or more or during deceleration associated with shift-
down through the transmission.
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A vehicle according to a preferred embodiment of the
present invention includes the antiskid apparatus configured
as described above. Moreover, a two-wheeled vehicle accord-
ing to another preferred embodiment of the present invention
includes the antiskid apparatus configured as described
above.

According to the preferred embodiments of the present
invention, the antiskid apparatus is preferably mounted on a
parallel-hybrid type vehicle and achieves smooth driving by
reliably avoiding the occurrence of skidding, i.e., slipping, of
the driving wheel in advance.

The above and other elements, features, steps, characteris-
tics and advantages of the present invention will become more
apparent from the following detailed description of the pre-
ferred embodiments with reference to the attached drawings.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is aleft side view of a motorcycle provided with an
antiskid apparatus according to a preferred embodiment of
the present invention.

FIG. 2 is a left side view of a motorcycle engine in the
motorcycle illustrated in FIG. 1.

FIG. 3 is an axial sectional view of an engine unit taken
along line A-A in FIG. 2.

FIG. 4 is a cross-sectional view of the engine unit taken
along line B-B in FIG. 2.

FIG. 5 is a block diagram illustrating a control section of
the motorcycle including the antiskid apparatus according to
a preferred embodiment of the present invention.

FIG. 6 is a flowchart for explaining an operation by the
antiskid apparatus provided in the motorcycle.

FIG. 7 is a diagram illustrating correspondence between
the operation by the antiskid apparatus and each section.

FIG. 81s a diagram illustrating a deceleration force of a rear
wheel when an accelerator pedal is fully closed involving
shift-down.

DETAILED DESCRIPTION OF THE PREFERRED
EMBODIMENTS

Preferred embodiments of the present invention will be
described below in detail with reference to the accompanying
drawings. In a preferred embodiment of the present invention,
a vehicle provided with a reciprocating engine, preferably a
reciprocating internal combustion engine, is explained with
reference to a motorcycle. In the various preferred embodi-
ments of the present invention, front, rear, left and right mean
front, rear, left, and right as seen by the driver seated on the
seat of the motorcycle.

FIG.11s aleft side view of the motorcycle provided with an
antiskid apparatus according to a preferred embodiment of
the present invention.

The motorcycle provided with the antiskid apparatus is
preferably a parallel-hybrid type motorcycle which switches
between the engine and the motor depending on the driving
state and/or remaining amount of electricity in a battery to be
charged by a generator, and uses at least one of the engine and
the motor to drive the driving wheel.

The engine, a reciprocating internal combustion engine in
the present preferred embodiment, is integral with a transmis-
sion. The vehicle on which the antiskid apparatus according
to the present preferred embodiment is mounted is, for
example, a motorcycle, but the preferred embodiments of the
present invention are not limited to motorcycles. A vehicle on
which the antiskid apparatus according to the present pre-
ferred embodiment is mounted may be a saddle-riding type
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4

vehicle on which an operator gets on across the vehicle or a
three-wheeled or four-wheeled saddle-riding type vehicle.
First, an outline of the motorcycle on which an engine unit
provided with a transmission according to the present pre-
ferred embodiment is mounted will be described.

As illustrated in FIG. 1, in motorcycle 10, head pipe 2 is
provided on a front end side of main frame 1. Main frame 1
extends rearward and downward, with engine 8 including
reciprocating engine body (hereinafter simply referred to as
an “engine body”) 6, transmission 7 and the like being
enclosed by main frame 1. On head pipe 2, front fork 3 to
which handle 5 is attached on an upper portion thereof is
rotatably provided, and front wheel 4 rotatably attached at a
lower end of front fork 3 is supported by front fork 3.

On handle 5, a shift switch (not shown) that causes trans-
mission 7 of engine 8 to perform a shift change operation by
an operation of the operator is provided. The shift switch
includes a shift-up button and a shift-down button (not
shown). By the operator pressing the shift-up button, trans-
mission 7 performs a shift-up operation. By the operator
pressing on the shift-down button, transmission 7 performs a
shift-down operation.

Atmain frame 1, seat 9 and fuel tank 9a are arranged above
engine 8. Between seat 9, fuel tank 9a, and engine 8, elec-
tronic control unit (ECU) 11 programmed to control opera-
tions of each section of motorcycle 10 is disposed. By ECU
11, an operation of transmission 7 to transmit power to a gear
shift stage by a friction transmission type clutch is controlled
with respect to one engine body 6.

Rear arm 12 is joined to extend rearward from a rear edge
side portion of main frame 1 that extends obliquely down-
ward. Rear arm 12 rotatably holds rear wheel (driving wheel)
13 and driven sprocket 15 around which drive chain 14 is
wound.

FIG. 2 is a left side view of the engine as a reciprocating
internal combustion engine according to a preferred embodi-
ment, FIG. 3 is an axial sectional view of the engine taken
along line A-A in FIG. 2, and FIG. 4 is a cross-sectional view
of'the engine taken along line B-B in FIG. 2. FIG. 3 illustrates
a crankshaft with connecting rods 69 (see FIG. 4) being not
connected to crankpins 641, 642, 643, and 644 for conve-
nience.

Engine 8, preferably a reciprocating internal combustion
engine in the present preferred embodiment, includes engine
body 6, transmission 7, and crankcase 810 and transmission
case 830 to which engine body 6 and transmission 7 are
attached.

Engine body 6 includes crankshaft 60, cam shaft driving
section 65, and balance shaft 90 and is preferably integral
with generator 66 and transmission 7 provided with a plural-
ity of friction transmission type clutches 741 and 742.

Cam shaft driving section 65, generator 66, and balance
shaft 90 are driven by rotation of crankshaft 60.

Crankshaft 60 extends horizontally or substantially hori-
zontally in a direction (transverse direction) orthogonal to a
longitudinal direction of the vehicle below a cylinder head in
crankcase 810 of engine 8 and is rotatable. Hollow transmis-
sion case 830 is provided adjacent to crankcase 810, and
transmission 7 is disposed in a region including crankcase
810 and transmission case 830.

Crankshaft 60 includes the plurality of crankpins 641 to
644 and has a moment. Specifically, crankshaft 60 is prefer-
ably a cross-plane type crankshaft, and the number corre-
sponding to the number of cylinders or crankpins 641 to 644
(for example, four crankpins) are arranged in phases of 90
degrees to one another.
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In engine body 6, as illustrated in FIG. 1 and FIG. 2, a
cylinder is arranged in crankcase 810 (see FIG. 3 and FIG. 4)
to accommodate crankshaft 60 in such a way that it protrudes
obliquely upward toward the front. Here, the engine 6 is
composed of four cylinders 671 to 674. Cylinders 671 to 674
are aligned along an extending direction of crankshaft 60 so
that the center of alignment is located substantially at a center
portion inthe transverse direction of the vehicle or engine 8 as
illustrated in FIG. 4.

Crankshaft 60 includes a plurality of counterweights (in-
cluding a web and hereinafter referred to as “CW”) 631 to
636, 637, 638. Crankshaft 60 is preferably formed by joining
CW 63110 636, 637, and 638 by five journals 621 to 625 and
crankpins 641 to 644. Each of CW (including the web) 631 to
638 cancels an unbalanced force (unbalance) of a rotation
balance in crankshaft 60. This unbalanced force of the rota-
tion balance is caused by an inertia force generated by a
reciprocal motion of piston 68 and connecting rod 69 in each
of cylinders 671 to 674.

As illustrated in FIG. 4, crankpins 641 to 644 of crankshaft
60 are connected to pistons 68 in respective cylinders 671 to
674 through connecting rods 69.

Crankshaft 60 is rotatably attached to crankcase 810 in a
state in which journals 621 to 625 are pivotally supported by
journal receiving inner walls 811 to 815 in crankcase 810
rotatably through a bearing (metal).

Crankshaft 60 is disposed with the ends protruding to left
and right from journal receiving inner walls 811 and 815 of
crankcase 810.

Cam shaft driving section 65 is attached to one end (left
side end) of crankshaft 60, and generator 66 is attached to the
other end (right side end) of crankshaft 60. Cam shaft driving
section 65 and generator 66 are each driven by the rotation of
crankshaft 60.

In cam shaft driving section 65, the rotation of cam gear
651 fixed to the left side end of crankshaft 60 rotationally
moves cam chain 652 (see FIG. 3 and FIG. 4).

Rotational movement of cam chain 652 rotates cam valve
shaft 654 around which cam chain 652 is wound through a
gear as illustrated in FIG. 4. As a result, in engine body 6,
intake/exhaust valves (a cross-section corresponding to
cross-section B-B in FIG. 2 is indicated by plugs 656 in two
cylinders on a right side in the figure in FIG. 4, and cross-
sections of two cylinders on a left side in the figure partially
illustrates intake valves 655a and exhaust valve 655b) are
driven by rotation of the cam of the cam shaft. Cam shaft
driving section 65 is covered by a cam-shaft driving section
cover (cam chain cover).

Generator 66 includes rotor 661 fixed to crankshaft 60 and
rotating together with crankshaft 60 and stator 662 arranged
on an inner periphery ofrotor 661 and fixed to crankcase 810.
Generator 66 is covered by a generator section cover. Prefer-
ably, generator 66 is a synchronous type AC motor (brushless
DC motor) and is electrically connected to electricity control
section 134 (FIG. 5) which will be described below.

On the other end side (right side) of crankshaft on which
generator 66 is disposed, CW 638 located on the farthest one
end side is provided, and gear (reduction small gear) 639 is
provided on an outer periphery thereof. Gear 639 outputs
rotational power of engine body 6, i.e., performs power take-
off (PTO). Gear 639 of CW 638 is meshed with first reduction
large gear 721 of first clutch 741 of transmission 7 and trans-
mits the rotational power of engine 8 (specifically, the rota-
tional power of engine body 6) from the one end (right end)
side of crankshaft 60 to first reduction large gear 721. The
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6

rotational power transmitted to first reduction large gear 721
is output to first clutch 741 and transmitted to first main shaft
711 through first clutch 741.

On the one end side of crankshaft 60, balancer driving gear
(hereinafter referred to as a “balance gear”) 91 that transmits
arotary force to balance shaft 90 is fixed adjacent to CW 638
by press-fitting, for example. Balance gear 91 is meshed with
balancer driven gear 93 of balance shaft 90. Balance shaft 90
is disposed parallel or substantially parallel to crankshaft 60.
Balance shaft 90 functions as CW together with crankshaft
60. Balance shaft 90 is arranged in response to a couple of
forces generated in crankshaft 60 and prevents this couple of
forces from being transmitted to the vehicle as vibrations.

External gear (another gear) 602 including a gear groove
provided on an outer periphery is press-fitted on the other end
side (left side) of crankshaft 65 on which cam shaft driving
section 65 is disposed, and external gear 602 is fixed at a
position adjacent to CW 631.

External gear 602 has a function of outputting the rota-
tional power of engine body 6 similarly to CW 638 and its
gear 639, and its gear groove is similar to gear 639 of CW 638.
Here, external gear 602 is meshed with second reduction large
gear 722 of second clutch 742 and transmits the rotational
power of engine body 6 to second reduction large gear 722
from the other end (left side end) side of crankshaft 60. The
rotational power transmitted to second reduction large gear
722 is output to second clutch 742 and transmitted to second
main shaft 712 of transmission 7 through second clutch 742.

As described above, the rotational power of engine 8 is
transmitted to two clutches 741 and 742, respectively, of
transmission 7 from both end sides of crankshaft 60.

Transmission 7 is preferably a dual-clutch type transmis-
sion and achieves power transmission of gear shift stages of
odd-number stages and even-number stages by using a plu-
rality of clutches, i.e., first clutch 741 and second clutch 742.
As a result, when the rotational power of engine body 6
transmitted from crankshaft 60 is varied and transmitted to
rear wheel 13, a seamless shift change in power transmission
(change of gear shift stages) is achieved.

Transmission 7 is provided in transmission case 830 on the
rear of the engine so that a substantial center over the entire
width in the transverse direction of transmission 7 and a
center in the transverse direction of motorcycle 10, i.e., a
center surface of the vehicle are aligned with each other or are
brought close to each other. The center surface of the vehicle
is a perpendicular or substantially perpendicular surface pass-
ing through avehicle center line in a state in which the vehicle
is standing perpendicularly or substantially perpendicularly
to a horizontal surface.

Moreover, transmission 7 includes first main shaft 711,
second main shaft 712, first reduction large gear 721, second
reduction large gear 722, drive shaft 73, first clutch 741,
second clutch 742, and shift gear group 75.

First main shaft 711, second main shaft 712, and drive shaft
73 are rotatably arranged in transmission case 830 parallel or
substantially parallel to crankshaft 60 arranged substantially
horizontally in a direction orthogonal to the vehicle. First
main shaft 711 and second main shaft 712 have the same outer
diameter and are juxtaposed right and left on the same axis
and rotate independently of each other. First clutch 741 and
second clutch 742 are arranged on the left and right sides of
the vehicle, respectively, so as to sandwich the first main shaft
711 and second main shaft 712.

Specifically, first and second main shafts 711 and 712 are
arranged so as to face the respective tip ends with each other
at substantially the center in transmission case 830 and to



US 9,126,586 B2

7

protrude respective base ends towards the right and left from
both side directions of transmission case 830.

First clutch 741 is connected to the base end of first main
shaft 711 protruding from one side (right side) of transmis-
sion case 830.

Second clutch 742 is connected to the base end of second
main shaft 712 protruding from the other side (left side) of
transmission case 830.

First clutch 741 disengages or engages the rotational power
of'engine body 6 transmitted from crankshaft 60 to first main
shaft 711.

First reduction large gear 721 and a clutch outer of first
clutch 741 integral with first reduction large gear 721 are
provided rotatably around an outer periphery of first main
shaft 711. First clutch 741 includes the clutch outer and a
clutch inner arranged inside the clutch outer and opened
(disengaged) from/fastened (engaged) with the clutch outer.
The clutch inner is fixed to the base end (right side end) of first
main shaft 711. First clutch 741 disengages or engages the
rotational power of engine body 6 by opening/fastening the
clutch outer and clutch inner. First clutch 741 is connected to
pull rod 77 of a first clutch actuator (not shown). Specifically,
when a pressure plate is pulled by pull rod 77, the clutch outer
of first clutch 741 is separated from the clutch inner. First
clutch 741 has its operation controlled by ECU 11 (see FIG.
1) through the first clutch actuator (not shown). First clutch
741 outputs the rotational power to drive shaft 73 through
odd-number shift gear stages (first, third, and fifth) disposed
across first main shaft 711 and drive shaft 73 in shift gear
group 75. Drive shaft 73 transmits the rotational power to rear
wheel 13 through drive sprocket 76, drive chain 14, and
driven sprocket 15. Shift gear group 75 includes gear shift
stages (first to sixth), and gear-shift is performed by a shift
mechanism (not shown).

Second clutch 742 disengages or engages the rotational
power of engine body 6 transmitted from crankshaft 60 to
second main shaft 712 through second reduction large gear
722. Second clutch 742 is symmetrical with respect to first
clutch 741. Second reduction large gear 722 and a clutch outer
of'second clutch 742 integral with second reduction large gear
722 are provided rotatably around an outer periphery of sec-
ond main shaft 712. Second clutch 742 includes the clutch
outer and a clutch inner arranged inside the clutch outer and
opened (disengaged) from/fastened (engaged) with the clutch
outer. The clutch inner is fixed to the base end (left side end)
of second main shaft 712. Second clutch 742 disengages or
engages the rotational power of engine body 6 by opening/
fastening the clutch outer and clutch inner. Second clutch 742
is connected to pull rod 772 of a second clutch actuator (not
shown). Specifically, in second clutch 742, when a pressure
plate is pulled by pull rod 772, the clutch outer is separated
from the clutch inner. Second clutch 742 has its operation
controlled by ECU 11 (see FIG. 1) through the second clutch
actuator (not shown). Second clutch 742 outputs the rota-
tional power to drive shaft 73 through even-number shift gear
stages (second, fourth, and sixth) disposed across second
main shaft 712 and drive shaft 73 in shift gear group 75. Drive
shaft 73 transmits the rotational power to rear wheel 13
through drive sprocket 76, drive chain 14, and driven sprocket
15.

Gear shift of each gear of shift gear group 75 is performed
by a shift fork movable by rotation of a shift cam in the shift
mechanism (not shown). The shift fork performs gear shift by
moving each spline gear in an axial direction in shift gear
group 75 of transmission 7. The shift mechanism has its
operation controlled by ECU 11 (see FIG. 1) similarly to first
clutch 741 and second clutch 742. First clutch 741, second
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clutch 742, and the shift mechanism perform disengaging/
engaging operations of first clutch 741 and second clutch 742
and power transmission through each gear in the gear shift
stage corresponding to the disengaging/engaging operations
on the basis of an input of a shift change.

The motorcycle 10 provided with the antiskid apparatus
has been described above. Subsequently, a configuration and
a function of the antiskid apparatus in a control system of
motorcycle 10 will be described.

FIG. 5 is a block diagram illustrating a control system of a
motorcycle for explaining an antiskid apparatus according to
a first preferred embodiment of the present invention. In FIG.
5, bold lines L1 to .4 indicate mechanically engaged power
paths and both arrow lines EL.1 and EL2 indicate paths of
electrically connected electric power.

The antiskid apparatus in motorcycle 10 includes braking
operation amount detecting section 112, accelerator opera-
tion amount detecting section 114, clutch operation amount
detecting section 116, shift operation detecting section 118,
control section 120, brake control section 132, electricity
control section 134, engine control section 136, and transmis-
sion control section 138.

Braking operation amount detecting section 112 detects a
braking operation amount by the driver and outputs informa-
tion indicating the braking operation amount to control sec-
tion 120.

Accelerator operation amount detecting section 114
detects an accelerator operation amount by the operator and
outputs information indicating the accelerator operation
amount to control section 120.

Clutch operation amount detecting section 116 detects a
clutch operation amount by the operator and outputs infor-
mation indicating the clutch operation amount to control sec-
tion 120.

Shift operation detecting section 118 detects a shift opera-
tion and outputs the detected information, i.e., information
indicating a shift change instruction (request) of the operator
to control section 120.

Into control section 120, in addition to information input
from each of sections 112, 114, 116, and 118, information of
each of a shift position, an engine rotation speed, a throttle
opening degree, a front wheel vehicle speed, and a rear wheel
vehicle speed is input from each sensor (not shown). The shift
position information is input into control section 120 from a
phase angle sensor that detects a phase angle of the shift cam.
The engine rotation speed is input into control section 120
from a sensor that detects a rotation speed of crankshaft 60.
Moreover, throttle opening degree, front wheel vehicle speed,
and rear wheel vehicle speed are input into control section
120 from sensors that detect throttle opening degree, front
wheel rotation speed, and rear wheel rotation speed, respec-
tively.

Control section 120 controls each of the elements of the
entire motorcycle 10 including driving of motorcycle 10 on
the basis of the input information. Control section 120 creates
a control instruction that collaborates operating brake control
section 132, electricity control section 134, engine control
section 136, and transmission control section 138. Control
section 120 controls each of brake control section 132, elec-
tricity control section 134, engine control section 136, and
transmission control section 138 by the created control
instruction.

On the other hand, information indicating a control state of
a brake from brake control section 132 and information indi-
cating a remaining amount of electricity of battery 142 and a
control state of generator 66 from electricity control section
134 are transmitted to control section 120. In addition, infor-
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mation indicating a control state of engine body 6 from engine
control section 136 and information indicating an engage-
ment status of transmission (specifically, shift gear stages and
two clutches) from transmission control section 138 are trans-
mitted to control section 120. Using the input information,
control section 120 drives rear wheel 13, a driving wheel, by
either one of or both of engine body 6 and generator 66 or
drives generator 66 to perform regenerative braking while
grasping a state of the vehicle all the time.

As described above, control section 120 executes control
by switching a control target to at least either one of both the
engine and the motor depending on a driving state and the
remaining amount of electricity in battery 142 to be charged
by the generator and also controls a driving force including a
deceleration force in the driving wheel together with the
engine control.

As one of such control, control section 120 executes an
antiskid process during acceleration and deceleration by con-
trolling brake control section 132, electricity control section
134, engine control section 136, and transmission control
section 138 on the basis of the input information.

In the antiskid process, control section 120 monitors, on
the basis of the input information, the front wheel vehicle
speed and rear wheel vehicle speed, acceleration including
negative (so-called deceleration), torques output by the
engine and the generator, shift gear stages and the connection
between the two clutches. By monitoring them, control sec-
tion 120 executes control of generator 66 through electricity
control section 134.

As the antiskid process, during rapid deceleration when
deceleration speed of the vehicle becomes a speed at a pre-
determined value or more or during deceleration associated
with shift down through the transmission, control section 120
instructs electricity control section 134 to decrease the gen-
erated amount of power from generator 66 when the engine
rotation speed is higher than a predetermined rotation speed.
Then, in engine body 6, a generation load in generator 66, 1.e.,
a negative torque generated in generator 66 becomes small.
As a result, a deceleration torque (engine brake) transmitted
from engine body 6 to rear wheel (driving wheel) 13 is
reduced. As a result, control section 120 prevents the occur-
rence of skid in rear wheel 13 or restores grip of rear wheel 13.

Moreover, as the antiskid process, during rapid decelera-
tion when deceleration speed of the vehicle becomes a speed
at a predetermined value or more or during deceleration asso-
ciated with shift-down through the transmission, control sec-
tion 120 instructs electricity control section 134 to assist/
drive crankshaft 60 by generator 66 when the engine rotation
speed is higher than a predetermined rotation speed. Upon
receipt of the instruction, electricity control section 134 sup-
plies electricity from battery 142 to generator 66 through
DC/DC converter 144 and assists/drives crankshaft 60 by a
positive torque generated by generator 66. As a result, the
deceleration torque (engine brake) transmitted from engine
body 6 to rear wheel 13 is further reduced. As a result, control
section 120 prevents skidding by rear wheel 13 or rapidly
restores grip of rear wheel 13.

As described above, during rapid deceleration when decel-
eration speed of the vehicle becomes a speed at a predeter-
mined value or more or during deceleration associated with
shift-down through the transmission, control section 120 con-
trols generator 66 and changes an operation of decreasing the
generated amount of power from generator 66 to an operation
of assisting driving of crankshaft 60. As a result, the decel-
eration torque of rear wheel 13 is adjusted as described above.
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In the present preferred embodiment, control section 120
includes skid determination section 122, skid prediction sec-
tion 124, and collaborative operation creating section 126.

Skid determination section 122 determines whether or not
rear wheel 13, the driving wheel, is slipping, i.e., skidding, on
the basis of input information (information indicating accel-
eration/deceleration and wheel rotation speeds, respectively,
for example). Specifically, skid determination section 122
determines that rear wheel 13 is skidding after its occurrence
and controls each section so as to restore grip ability. In other
words, skid determination section 122 executes the antiskid
proceeding as passive control. Specifically, in skid determi-
nation section 122, adaptation values are set as a table in
advance as skid determination values (threshold values) to
make determinations of a skid state by a bank angle, a vehicle
speed and the like.

Skid determination section 122 determines that the current
driving state of rear wheel 13 is a skid state by comparing the
adaptation values in the table with the input information.

The bank angle is configured to be calculated by control
section 120 by using input front wheel rotation speed and rear
wheel rotation speed, but preferred embodiments of the
present invention are not limited thereto, and an inclination
angle sensor that detects an inclination angle of the vehicle
body may be used. In this case, since the bank angle is
detected by the inclination angle sensor, the effect similar to
the calculation by using the front wheel rotation speed and
rear wheel rotation speed is obtained.

Specifically, skid determination section 122 compares a
skid determination value (adaptation value) used as a thresh-
old value with a skid state value expressing the above
described skid state and determines whether or not rear wheel
13 isina skid occurring state. Specifically, the skid state value
indicates a state value expressing the current skid state in the
vehicle. Skid determination section 122 detects slip of rear
wheel 13 during deceleration of the vehicle and controls
generator 66 and drives engine body 6 so that the deceleration
torque generated in rear wheel 13 is reduced.

Skid prediction section 124 predicts, on the basis of the
input information, whether or not rear wheel 13, the driving
wheel, is likely to slip. Skid prediction section 124 is used to
actively control (active control) each section so as to avoid
skidding before it occurs if continuation of the current driving
state would lead to skidding. Specifically, skid prediction
section 124 predictively causes an operation of avoiding skid-
ding on the basis of the driving state.

Skid prediction section 124 calculates a state value (skid
allowance value) expressing allowance until occurrence of
skid from the current driving situation by using information
onthe input driving state of the vehicle and an operation of the
operator and specification information of the vehicle (also
referred to as “vehicle specification”) stored in advance in
control section 120. Here, the allowance is a range until skid
occurs in rear wheel 13 and a range of values which maintain
grip of rear wheel 13.

Here, skid prediction section 124 calculates a slip limit
thrust of rear wheel 13 from the input information indicating
the driving state of the vehicle. Skid prediction section 124
calculates an engine torque from an engine rotation speed and
throttle opening degree. Moreover, skid prediction section
124 calculates a driving or regenerative torque generated in
generator 66 from the control state information of generator
66 provided by electricity control section 134 to control sec-
tion 120. Moreover, skid prediction section 124 refers to the
vehicle specification stored in advance in control section 120.
Here, the vehicle specification includes a primary decelera-
tion ratio (gear ratios between first reduction large gear 721
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and first reduction small gear 639 and between second reduc-
tion large gear 722 and external gear 602), a secondary decel-
eration ratio (gear ratio between driven sprocket 15 and drive
sprocket 76), a gear ratio corresponding to a shift position
(so-called gear position), and an effective radius of rear wheel
13. On the basis of the slip limit thrust, the engine torque, the
driving or regenerative torque in generator 66, and the vehicle
specification, skid prediction section 124 calculates a driving
force currently transmitted from engine body 6 to rear wheel
13 as a driving torque and acting in rear wheel 13.

Skid prediction section 124 calculates front wheel accel-
eration from the front wheel rotation speed and rear wheel
acceleration from the rear wheel rotation speed (vehicle
speed). Furthermore, by calculating and comparing driving
resistance by referring to the front wheel acceleration and the
rear wheel acceleration, the above described driving force
acting on rear wheel 13, and the vehicle specification stored in
advance in control section 120, skid prediction section 124
calculates a braking force by a brake acting on front wheel 4
and rear wheel 13. Here, a force acting on rear wheel 13 is a
sum (rear wheel thrust) of the above described driving force
and a rear wheel braking force.

Skid prediction section 124 refers to the information relat-
ing to a wheelbase of the vehicle, a position of center of
gravity (front and rear, right and left, height) with respect to
the wheelbase, and displacement characteristics of a suspen-
sion apparatus from the vehicle specification stored in
advance in control section 120. By referring to them, skid
prediction section 124 estimates a front wheel load and a rear
wheel load from a front wheel braking force acting on front
wheel 4 and a total sum of the driving force and the rear wheel
braking force acting on rear wheel 13 (rear wheel thrust) and
calculates the slip limit thrust of rear wheel 13 by using the
rear wheel load and a road surface 1.

Skid prediction section 124 compares the rear wheel thrust
(more accurately, since the braking force is a negative value,
an absolute value is used in the calculation) with the slip limit
thrust.

Skid prediction section 124 determines that there is skid
allowance if the slip limit thrust is larger, while it determines
that there is no skid allowance, i.e., skidding can easily occur
if the rear wheel thrust is larger.

Moreover, skid prediction section 124 detects a state
where, for example, the skid limit thrust of rear wheel 13 runs
short of the driving force, and determines, when such a state
has been detected, that skidding is likely to occur.

Here, skid prediction section 124 compares the slip limit
thrust and driving force of rear wheel 13 (see FIG. 1) at that
time which is calculated from the road surface L acquired by
skid determination section 122 and stored with the slip limit
thrust and braking force of rear wheel 13 (see FIG. 1) at that
time. As the road surface 1, a value acquired from skidding
having occurred in front wheel 4 and stored may be used.

Collaborative operation creating section 126 creates a col-
laborative operation of control of the brake, the motor, and the
engine on the basis of the information input from skid deter-
mination section 122 and skid prediction section 124. The
created operation is output as an instruction value to brake
control section 132, electricity control section 134, engine
control section 136, and transmission control section 138.
Moreover, brake control section 132, electricity control sec-
tion 134, engine control section 136, and transmission control
section 138 sequentially transmit information indicating the
respective control effective values (effectiveness of the
instruction) or states to control section 120.

Brake control section 132 reduces sliding of the wheel
caused by braking when driving on a low-friction road surface
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through antilock brake system (ABS) hydraulic unit 133 on
the basis of the instruction value input from control section
120.

Electricity control section 134 controls a current and a
voltage of generator 66 on the basis of the instruction value
input from control section 120. Electricity control section 134
controls a current and a voltage of generator 66 including
electricity to be output from battery 142 to generator 66
through DC/DC converter 144 and electricity regenerated in
battery 142 from generator 66 through DC/DC converter 144.
Moreover, electricity control section 134 monitors input/out-
put and the remaining amount of electricity of battery 142.

Engine control section 136 performs control relating to an
operation of engine body 6. Engine control section 136 con-
trols operations such as an intake air amount by a throttle
valve, fuel injection by an injector, ignition by an ignition
plug and the like in a direct manner on the basis of the
instruction value input from control section 120. In addition,
engine control section 136 controls a torque generated in
engine body 6 in an indirect manner on the basis of the
instruction value input from control section 120.

Transmission control section 138 controls a shift change of
transmission 7 on the basis of the control instruction input
from control section 120 (specifically controls shift change
by disengagement/engagement control of the two clutches
and the shift mechanism) and outputs the driving force to rear
wheel 13 which is the driving wheel.

Subsequently, referring to FIGS. 5 to 7, control of the
antiskid apparatus in motorcycle 10 will be described. FIG. 6
is a flowchart illustrating control of the antiskid apparatus.
FIG. 7 is a diagram illustrating correspondence between
operation of the antiskid apparatus and each section and illus-
trates each section executing processes in the flowchart illus-
trated in FIG. 6, functions of each section, and the control
sections and elements subjected to the functions. Specifically,
an operation target control section and a control element at
that time in the collaborative operation created by control
section 120 in the antiskid process illustrated in FIG. 6 are
illustrated, and if the control section or the element operates
mainly in the collaborative operation, it is indicated by “A”
and if the operation is assistive in nature, it is indicated by
“B.” Moreover, the term “preparation” indicates that a prepa-
ration operation is to be performed, and “restricted” indicates
that the operation is restricted.

When control by ECU 11 in motorcycle 10 is started, or
specifically, when motorcycle 10 starts driving from ignition,
information relating to the driving of motorcycle 10 is input to
the antiskid apparatus including a portion of ECU 11 from
each section mounted on motorcycle 10.

Step S10 is a process performed by control section 120, and
at Step S10, the following information is input into ECU 11
and control section 120 of the antiskid apparatus all the time.

Asillustrated in FIG. 5, control section 120 receives a front
wheel rotation speed (“front wheel vehicle speed”) from a
front wheel rotation speed sensor (front wheel rotation speed
detecting section), and a rear wheel rotation speed (“rear
wheel vehicle speed”) from a vehicle speed sensor (rear
wheel rotation speed detecting section). Moreover, control
section 120 receives a rotation speed of the crankshaft from
an engine rotation speed sensor that detects a rotation speed of
crankshaft 60, i.e., receives an “engine rotation speed”. Con-
trol section 120 receives “throttle opening degree” from a
throttle opening sensor that detects a throttle valve opening.
Furthermore, into control section 120, a signal is input from a
phase angle sensor that detects a phase angle of the shift cam.
In control section 120, the “shift position (i.e., a gear posi-
tion)” is determined on the basis of the signal from the phase
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angle sensor (indicated by the “shift position” in FIG. 5) that
detects the phase angle of the shift cam.

Control section 120 receives a shift request from shift
operation detecting section 118, and an accelerator operation
amount from accelerator operation amount detecting section
114. Furthermore, control section 120 receives a brake opera-
tion amount from brake operation amount detecting section
112, and a clutch operation amount from clutch operation
amount detecting section 116.

The antiskid apparatus (in detail, control section 120) cal-
culates the bank angle by using the input front wheel rotation
speed and rear wheel rotation speed and calculates an engine
torque by using the engine rotation speed and the throttle
opening degree. At the same time, by referring to the control
state of generator 66, a generator torque is calculated, and a
crank torque output as the driving force from the crankshaftis
calculated. Moreover, the antiskid apparatus refers to the gear
ratio corresponding to the shift position (gear position) deter-
mined from the phase angle of the shift cam and stored in
advance as a specification value of the vehicle. The antiskid
apparatus calculates a driving shaft (shaft of rear wheel 13)
torque by using the crank torque and the gear ratio.

Control section 120 performs skid determination and pre-
diction at Step S10 and after, i.e., at Steps S22 and S23 and
after in skid determination section 122 and skid prediction
section 124 at the same time.

Specifically, when skidding has occurred, control section
120 executes the antiskid process using skid determination
section 122 on the basis of the input information, predicts the
occurrence of skidding using skid prediction section 124 and
executes the antiskid process before skidding occurs.

Moreover, control section 120 operates each of the control
elements (specifically, brake control section 132, electricity
control section 134, engine control section 136, and transmis-
sion control section 138) by collaborative operation creating
section 126 on the basis of the skid determination and predic-
tion by skid determination section 122 and skid prediction
section 124 in a collaborative manner, creates a collaborative
operation so that occurrence of skid is avoided or grip is
rapidly restored, and instructs it to each of the control ele-
ments as a control instruction value.

Step S22 is a process performed by skid determination
section 122 of control section 120. At Step S22, skid deter-
mination section 122 makes a skid determination of whether
or not the vehicle is in a skid state on the basis of the input
information. Specifically, skid determination section 122 cal-
culates a state value (skid state value) expressing the current
skid state from the front wheel acceleration and rear wheel
acceleration calculated by using the input front wheel rotation
speed and rear wheel rotation speed and the bank angle and
compares the state value with a table threshold value stored in
advance as an adaptation value of the skid determination. As
a result, if the state value (skid state value) expressing the
current skid state does not match the adaptation value, i.e., if
the state value exceeds a skid determination value set in
advance, the vehicle is determined to be skidding (skid state),
and the routine proceeds to Step S23. Alternatively, in the
process at Step S22, if the vehicle is not determined to be in
the skid state, the process is finished. After this process is
finished, the routine returns to Step S10, and this series of
processes is repeatedly executed during driving of motor-
cycle 10.

Step S23 is a process performed by collaborative operation
creating section 126 of control section 120. At Step S23,
collaborative operation creating section 126 starts a passive
antiskid process to the skid state which has already occurred
in order to exit the skid state (restore grip state) on the basis of
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the determination of skid determination section 122. More-
over, at Step S23, collaborative operation creating section 126
starts a “restricted operation mode” before a factor causing
skidding is identified at Step S24, Step S26, and Step S28,
which will be described later. This “restricted operation
mode” is a mode in which driving control of ABS hydraulic
unit 133, engine body 6, generator 66, transmission 7 and the
like is restricted.

Here, at Step S23, if the “restricted operation mode” is
started by collaborative operation creating section 126, even
if a shift change instruction is input in shift operation detect-
ing section 118, for example, a shift change operation of
transmission 7 is prohibited. Moreover, if the “restricted
operation mode” is started, an operation of the throttle is
controlled to become sluggish in an accelerator operation
input in accelerator operation amount detecting section 114
as compared with a case in which skidding is not determined.
Moreover, if the “restricted operation mode™ is started, gen-
erator 66 having performed driving or regeneration has its
output torque restricted. Furthermore, ifthe “restricted opera-
tion mode” is started, an antilock braking operation of the
ABS hydraulic unit is prepared by starting a pressure rise of
standby hydraulic pressure in ABS hydraulic unit 133.

Step S24 is a process performed by skid determination
section 122. At Step S24, skid determination section 122
determines, on the basis of the input information, whether or
not skidding is being caused by a braking operation. If it is
determined that skidding is being caused by a braking opera-
tion, the routine proceeds to Step S25. If it is determined that
skidding is not being caused by a braking operation, the
routine proceeds to Step S26.

Step S25 is a process performed by collaborative operation
creating section 126. At Step S25, collaborative operation
creating section 126 of control section 120 mainly instructs
brake control section 132 (see FIG. 5) and performs a passive
antilock braking operation on the basis of the determination
result at Step S24.

Specifically, at Step S25, collaborative operation creating
section 126 creates and outputs a control instruction value to
brake control section 132 so that the grip of the wheel is
restored. Brake control section 132 (see FIG. 5) receives the
control instruction value and performs the antilock braking
operation of the brake by controlling driving of the brake
through ABS hydraulic unit 133 (see FIG. 5). Specifically, by
reducing the braking degree by the braking operation during
the skid state by the braking operation, an operation of reduc-
ing the braking force generated by the braking operation to a
level smaller than a frictional force generated between the
road surface and the wheel (front wheel 4 and/or driving
wheel (rear wheel) 13) is repeated. As aresult, a state in which
the frictional force between the wheel and the road surface
exceeds the braking force is ensured, so that grip of the wheel
(front wheel 4 and/or rear wheel 13) is restored.

At Step S25, collaborative operation creating section 126
illustrated in FIG. 5§ creates a control instruction value to
operate generator 66, DC/DC converter 144, and the throttle
valve of engine 8 (engine body 6) in a collaborative manner so
as to assist the antilock braking operation of the brake and
drives each of them. Collaborative operation creating section
126 drives generator 66 and DC/DC converter 144 through
electricity control section 134 and drives the throttle valve of
engine 8 (engine body 6) through engine control section 136.
Moreover, at Step S25, collaborative operation creating sec-
tion 126 controls clutch disengagement/engagement of trans-
mission 7 and restricts a shift change to transmission control
section 138. At Step S25, the grip of the wheel is rapidly
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restored by the collaborative operation created by collabora-
tive operation creating section 126, and the process is fin-
ished.

Step S26 is a process performed by skid determination
section 122. At Step S26, skid determination section 122
determines whether or not there is skidding by an accelerator
closing operation on the basis of the input information. Ifitis
determined at Step S26 that skidding is caused by the accel-
erator closing operation, the routine proceeds to Step S27. If
it is determined that skidding is not caused by the accelerator
closing operation, the routine proceeds to Step S28.

Step S27 is a process performed by collaborative operation
creating section 126. At Step S27, collaborative operation
creating section 126 in control section 120 performs a back
torque limiter control operation which is a passive antiskid
process by mainly instructing transmission control section
138 on the basis of the determination result at Step S26.

Specifically, at Step S27, collaborative operation creating
section 126 limits a torque transmission capacity of first and
second clutches (741, 742) in transmission 7. As a result, an
operation (back torque limiter operation) of reducing a back
torque transmitted from engine body 6 (in detail, crankshaft
60) to driving wheel (rear wheel) 13 and acting as a decelera-
tion force (engine brake) to a state smaller than the frictional
force generated between the road surface and the wheel (rear
wheel 13) is performed. As a result, a state in which the
frictional force between the wheel and the road surface
exceeds the deceleration force (corresponding to the back
torque) is ensured, so that the grip of the wheel is restored.

Moreover, at Step S27, collaborative operation creating
section 126 creates control instruction values to operate gen-
erator 66 and DC/DC converter 144 through electricity con-
trol section 134 and the throttle valve through engine control
section 136 in a collaborative manner so as to assist the back
torque limiter control operation of the clutch. In addition,
collaborative operation creating section 126 outputs the cre-
ated control instruction values to electricity control section
134 and engine control section 136 so as to drive generator 66,
DC/DC converter 144, and the throttle valve, respectively.
Collaborative operation creating section 126 assists the back
torque limiter control operation of the clutch through driving
of'generator 66, DC/DC converter 144, and the throttle valve.
As described above, at Step S27, the grip of the wheel is
rapidly restored by the collaborative operations created by
collaborative operation creating section 126, and the process
is finished.

Step S28 is a process performed by skid determination
section 122. At Step S28, skid determination section 122
determines whether or not skidding is caused by the accel-
erator opening operation on the basis of the input information,
and if it is determined that skidding is caused by the accel-
erator opening operation, the routine proceeds to Step S29,
while if it is determined that skidding is not caused by the
accelerator opening operation, the process is finished. After
this process is finished, the routine returns to Step S10, and
the series of processes is repeatedly executed during driving
of motorcycle 10.

Step S29 is a process performed by collaborative operation
creating section 126 of control section 120. At Step S29,
collaborative operation creating section 126 performs a trac-
tion control operation which is the passive antiskid process by
mainly instructing engine control section 136 on the basis of
a determination result at Step S28.

Specifically, at Step S29, collaborative operation creating
section 126 performs the traction control operation of reduc-
ing an acceleration force (driving force) to a state smaller than
the frictional force generated between the road surface and
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the wheel (here, rear wheel 13 which is the driving wheel) by
limiting the engine torque transmitted from engine body 6 (in
detail, crankshaft 60) to rear wheel (driving wheel) 13 and
acting as the acceleration force. As a result, a state in which
the frictional force between the wheel (rear wheel 13) and the
road surface exceeds the acceleration force is ensured, so that
the grip of the wheel is restored. In other words, at Step S29,
engine control section 136 controls the throttle valve opening
and ignition upon receipt of the instruction of the traction
control operation instructed by collaborative operation creat-
ing section 126 and performs the traction control operation of
reducing the engine torque to be transmitted to the wheel (rear
wheel 13) from engine body 6.

Moreover, at Step S29, collaborative operation creating
section 126 creates a control instruction value for collabora-
tive operation and sends it to electricity control section 134
and transmission control section 138 so as to assist the trac-
tion control operation by engine control section 136, respec-
tively. As a result, electricity control section 134 controls
generator 66 and DC/DC converter 144, increases a genera-
tion load to generator 66, i.e., decreases the engine torque to
be transmitted from engine body 6 to wheel (rear wheel which
is the driving wheel) 13, and assists the traction control opera-
tion. Moreover, transmission control section 138 restricts
clutch disengagement/engagement or shift change of trans-
mission 7 on the basis of the instruction from collaborative
operation creating section 126. At Step S29, the acceleration
force in the wheel (rear wheel 13 which is the driving wheel)
is reduced by the collaborative operations created by collabo-
rative operation creating section 126, the grip of the wheel
(rear wheel 13) is rapidly restored, and the process is finished.

On the other hand, control section 120 executes the above
described passive antiskid process by using the function
including skid determination section 122 (see FIG. 5) and
executes an active antiskid process by using skid prediction
section 124 (see FIG. 5).

Step S32 is a process performed by skid prediction section
124 of control section 120. At Step S32, skid prediction
section 124 of control section 120 predicts and determines
whether or not there is a possibility of skidding, i.e., whether
ornot askid state is imminent before entering a skid state (i.e.,
makes skid prediction determination).

Specifically, skid prediction section 124 calculates a state
value (skid allowance value) expressing allowance until
occurrence of skid from the current driving situation by using
information on the input driving state of the vehicle and an
operation of the operator and vehicle specification stored in
advance in control section 120. Skid prediction section 124
compares the calculated skid allowance value with the adap-
tation value to be a determination value of skid occurrence
prediction stored in advance. Skid occurrence is predicted by
this comparison, and the antiskid process is executed.

The adaptation value used in skid prediction section 124 is
a value indicating the slip limit thrust adaptive to the driving
state of the vehicle for which skid occurrence is predicted. If
this adaptation value is exceeded, skidding occurs or skidding
is likely to occur.

This adaptation value is set as a value before skid occur-
rence on the basis of the road surface p (road surface friction
coefficients between the driving wheel and the road surface)
obtained by a road surface shape and aroad surface state (e.g.,
dry road surface, wet road surface) and the like. The adapta-
tion value may be set in advance. The adaptation value is input
into control section 120 if it is determined by skid determi-
nation section 122 to be in the skid state.
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In the present preferred embodiment, the adaptation value
is a measure of a degree of shortage (slip occurrence predic-
tion) of a rear wheel load with respect to the driving force on
the rear wheel.

As described above, at Step S32, if skid prediction section
124 determines that skidding is likely to occur, i.e., the
vehicle is in a skid occurrence predicted state in which there
is a possibility of skidding, the routine proceeds to Step S33.
If it is not the skid occurrence predicted state, the process is
finished. The process returns to Step S10 after it is finished,
and the series of processes is repeatedly executed during
driving of motorcycle 10.

Step S33 is a process performed by collaborative operation
creating section 126 of control section 120. At Step S33,
collaborative operation creating section 126 starts the active
antiskid process in order to avoid skid occurrence. Moreover,
at Step S33, collaborative operation creating section 126
starts the “restricted operation mode” in which driving con-
trol of engine body 6, generator 66, transmission 7 and the
like is restricted before specifying a factor predicted to cause
skid at Step S34 and Step S36 which will be described below.

Specifically, at Step S33, if the “restricted operation mode”
is started, as described above, even if a shift change instruc-
tion is input in shift operation detecting section 118, for
example, a shift change operation of transmission 7 is pro-
hibited. Moreover, the operation of the throttle is controlled to
become sluggish in the accelerator operation input in accel-
erator operation amount detecting section 114 as compared
with the case in which skidding is not determined. Moreover,
generator 66 having performed driving or regeneration has its
output torque restricted. Furthermore, the antilock braking
operation of the ABS hydraulic unit is prepared by starting to
raise a pressure of standby hydraulic pressure in ABS hydrau-
lic unit 133.

Step S34 is a process performed by skid prediction section
124 of control section 120. At Step S34, skid prediction
section 124 determines whether or not it is a skid occurrence
predicted state by the accelerator opening operation, i.e., an
acceleration operation on the basis of the input information.
In other words, at Step S34, control section 120 predicts a
possibility of the occurrence of skidding on the determination
of whether or not the accelerator opening operation which is
expected to exceed a slip limit (a limit value at which slip is
likely to occur) is performed if the operator continues the
current accelerator opening operation. As a result, control
section 120 determines the possibility of skid occurrence.

Specifically, at Step S34, skid prediction section 124 com-
pares the slip limit thrust of a tire (rear wheel 13 which is the
driving wheel) with the driving force acting on this tire (driv-
ing wheel). The slip limit thrust of the tire used at Step S34 is
calculated by the rear wheel axle load and the road surface
friction coefficients (“road surface |”’) obtained in the passive
antiskid process. Moreover, the driving force acting on the
tire (rear wheel 13 which is the driving wheel) used at Step
S34 is calculated from the engine rotation speed, the gear
stage, and the acceleration opening.

At Step S34, skid prediction section 124 compares the
driving force (driving force acting on the tire (rear wheel 13))
to be calculated with the previously calculated driving force,
and if there is a rapid change in an increasing direction, a slip
limit is modified in accordance with this change.

This rapid upward change in the driving force indicates that
avalue of the calculated actual driving force is different from
the previously calculated driving force by a predetermined
value or more, and it is caused by a change in the gear stage by
a shift-down (kick-down) operation or a rapid opening opera-
tion of the accelerator. Here, skid prediction section 124
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determines, on the basis of the input information, a upward
change in the driving force by monitoring a differential value
of'the shift-down operation or the accelerator opening signal.

As described above, if it is determined at Step S34 that the
vehicle is in the skid occurrence predicted state caused by the
accelerator opening operation, the routine proceeds to Step
S35. If it is determined that the vehicle is not in the skid
occurrence predicted state caused by the accelerator opening
operation, the routine proceeds to Step S36.

Step S35 is a process performed by collaborative operation
creating section 126 of control section 120. At Step S35,
collaborative operation creating section 126 mainly instructs
electricity control section 134 and performs the traction con-
trol operation which is the active antiskid process using gen-
erator 66.

Specifically, at Step S35, collaborative operation creating
section 126 performs the traction control operation to keep
the acceleration force (driving force) at a level smaller than
the frictional force generated between the road surface and
the wheel (rear wheel 13 which is the driving wheel) by
limiting the engine torque transmitted from engine body 6 (in
detail, crankshaft 60) to rear wheel (driving wheel) 13 and
acting as the acceleration force. As a result, the state in which
the frictional force between the wheel (rear wheel 13 which is
the driving wheel) and the road surface exceeds the accelera-
tion force is ensured, so that slip of the wheel is avoided. In
other words, at Step S35, electricity control section 134 per-
forms the traction control operation by controlling generator
66 and DC/DC converter 144 (specifically increasing a gen-
eration load) on the basis of the instruction of the traction
control operation instructed from collaborative operation cre-
ating section 126. Specifically, electricity control section 134
performs the traction control operation by decreasing the
engine torque transmitted from engine body 6 to rear wheel
(driving wheel) 13 on the basis of the instruction of the
traction control operation from collaborative operation creat-
ing section 126.

Moreover, at Step S35, collaborative operation creating
section 126 creates a control instruction value for collabora-
tive operation to engine control section 136 and transmission
control section 138 so as to assist the traction control opera-
tion by electricity control section 134 and instructs each of
them. As a result, engine control section 136 controls the
throttle opening degree and ignition and decreases the engine
torque generated in engine body 6, i.e., decreases the engine
torque transmitted from engine body 6 to rear wheel (driving
wheel) 13 so as to assist the traction control operation. More-
over, transmission control section 138 restricts clutch disen-
gagement/engagement or a shift change of transmission 7 on
the basis of the instruction from collaborative operation cre-
ating section 126.

As described above, at Step S35, collaborative operation
creating section 126 operates electricity control section 134,
engine control section 136, and transmission control section
138 in a collaborative manner so as to decrease the accelera-
tion force (driving force) in rear wheel (driving wheel) 13. As
a result, grip of rear wheel (driving wheel) 13 is kept within a
range not exceeding its grip limit thrust.

In a usual operation, generator 66 generates electricity by
rotation of crankshaft 60 other than the case wherein the
torque of crankshaft 60 is assisted during deceleration. Thus,
generator 66 uses power by crankshaft 60 during the usual
operation, i.e., absorbs power of crankshaft 60.

At Step S34 and Step S35, control section 120 (skid pre-
diction section 124 and collaborative operation creating sec-
tion 126) executes control mainly to increase the generation
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load (Step S35) even if the driver performs the accelerator
opening operation exceeding the slip limit (Step S34).

Step S36 is a process performed by skid prediction section
124 of control section 120. At Step S36, skid prediction
section 124 determines, on the basis of the input information,
whether or not the vehicle is in the skid occurrence predicted
state caused by the accelerator closing operation, i.e., a decel-
eration operation which is a negative acceleration operation.
Inother words, at Step S36, it is determined whether or not the
driver performs the accelerator closing operation exceeding
the slip limit.

Specifically, at Step S36, skid prediction section 124 com-
pares the slip limit thrust of the tire (rear wheel 13 which is the
driving wheel) with the negative driving force (negative
acceleration force) acting on this tire (rear wheel 13 which is
the driving wheel), i.e., the deceleration force. The slip limit
thrust of the tire used at Step S36 is calculated by the rear
wheel axle load and the road surface friction coefficients
(“road surface ) obtained by the passive antiskid process
similar to the process at Step S34. Moreover, the deceleration
force (negative driving force and negative acceleration force)
acting on the tire (driving wheel) used at Step S36 is calcu-
lated from the engine rotation speed, the gear stage, and the
accelerator opening.

Moreover, at Step S36, if there is a rapid upward change in
the calculated driving force (the driving force acting on the
tire) relative to the previously calculated driving force, skid
prediction section 124 modifies the slip limit in accordance
with this change.

This rapid upward change in the driving force is caused
when the calculated actual driving force is different from the
previously calculated driving force by a predetermined value
or less, and it is caused by an increase in the engine rotation
speed involving a gear change in the deceleration operation
with shift-down or a rapid closing operation of the accelera-
tor.

Here, skid prediction section 124 determines, on the basis
of the input information, an upward change in the decelera-
tion force, a negative driving force, by monitoring the shift-
down operation or the differential value of the accelerator
opening signal.

Ifit is determined at Step S36 that the vehicle is in the skid
occurrence predicted state by an accelerator closing opera-
tion, the routine proceeds to Step S37, while if it is not in the
skid occurrence predicted state by the accelerator closing
operation, the process is finished. This process returns to Step
S10 after it is finished, and the series of processes is repeat-
edly executed during driving of motorcycle 10.

Step S37 is a process performed by collaborative operation
creating section 126 of control section 120. At Step S37,
collaborative operation creating section 126 mainly instructs
electricity control section 134 and performs the back torque
limiter operation which is the active antiskid process using
generator 66.

Specifically, at Step S37, collaborative operation creating
section 126 limits the engine torque transmitted from engine
body 6 (in detail, crankshaft 60) to rear wheel (driving wheel)
13 and acting as the deceleration force (negative driving
force, negative acceleration force). As a result, collaborative
operation creating section 126 performs the back torque lim-
iter operation to keep the deceleration force (an absolute
value of the deceleration force in calculation) in rear wheel 13
smaller than the frictional force generated between the road
surface and the wheel (rear wheel 13 which is the driving
wheel). As a result, at Step S37, collaborative operation cre-
ating section 126 ensures the state in which the frictional
force between the wheel (rear wheel 13 which is the driving
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wheel) and the road surface exceeding the deceleration force
and avoids slip of the wheel. In other words, at Step S37,
electricity control section 134 performs the back torque lim-
iter operation by controlling generator 66 and DC/DC con-
verter 144 on the basis of the instruction of the back torque
limiter operation instructed from collaborative operation cre-
ating section 126. By controlling generator 66 and DC/DC
converter 144, electricity control section 134 performs the
back torque limiter operation which is an operation to limit
the negative engine torque transmitted from engine body 6 to
rear wheel (driving wheel) 13. Specifically, electricity control
section 134 decreases the generation load of generator 66 or
supplies electricity to generator 66 from battery 142 through
DC/DC converter 144 so as to drive the same and adjusts a
generator torque added to crankshaft 60.

Moreover, at Step S37, collaborative operation creating
section 126 creates a control instruction value for collabora-
tive operation to engine control section 136 and transmission
control section 138 so as to assist the back torque limiter
operation by electricity control section 134 and instructs each
of them. As a result, engine control section 136 controls the
throttle opening degree and ignition so as to restrict the nega-
tive engine torque generated in engine body 6, i.e., restricts
the engine torque transmitted from engine body 6 to rear
wheel (driving wheel) 13 so as to assist the back torque limiter
operation. Moreover, transmission control section 138
restricts clutch disengagement/engagement or a shift change
of transmission 7 on the basis of the instruction from collabo-
rative operation creating section 126.

As described above, at Step S37, collaborative operation
creating section 126 restricts the deceleration force (negative
driving force) in rear wheel (driving wheel) 13 by operating
electricity control section 134, engine control section 136,
and transmission control section 138 in a collaborative man-
ner. As a result, the grip of rear wheel (driving wheel) 13 is
kept within a range not exceeding its grip limit thrust.

At Step S36 and Step S37, control section 120 (skid pre-
diction section 124 and collaborative operation creating sec-
tion 126) prevents the deceleration force stronger than a pre-
determined deceleration force from being generated in the
tire by controlling generator 66 (Step S37) even if the driver
performs the accelerator closing operation exceeding the slip
limit (Step S36). In other words, control section 120 controls
generator 66 before rear wheel 13 slips and adjusts the decel-
eration torque of driving wheel 13.

Specifically, in the case of rapid closing of the accelerator
during acceleration of the vehicle or during steady driving,
even if the deceleration exceeding the slip limit of the rear
wheel is reached without shift-down, slip is avoided in
advance.

FIG. 8 illustrates a deceleration force of the rear wheel in
rapid closing of the accelerator.

InFIG. 8, the deceleration force of the rear wheel caused by
the engine brake involving shift-down is illustrated by a graph
(1, and a limit of the deceleration force not causing slip of the
rear wheel is illustrated as a rear wheel deceleration force
limit by graphs G2 to G6. The limit of the rear wheel decel-
eration force changes in accordance with a condition includ-
ing the road surface p that changes with rain, a tire and the
like, and it is indicated here that G2 is the least likely to cause
slip, while G6 indicates the limit of the deceleration force
which is the most likely to cause slip, and slip becomes more
likely from G2 to G6 in this order. The limits of the decelera-
tion forces illustrated in graphs G2 to G6 are acquired in the
determination in skid determination section 122 (see FIG. 5),
i.e., stored and set on the basis of the information used in the
determination in skid determination section 122.
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As illustrated by graph G1 in FIG. 8, if the accelerator is
rapidly closed during acceleration or during steady driving of
the vehicle such as a motorcycle, engine brake is applied, and
a vehicle speed is decelerated to 0 with a stepped increase in
the deceleration force by shift-down via a portion in region R.
However, depending on the specification or characteristics of
the vehicle, as illustrated by the region R in graph GG1, the rear
wheel deceleration force might fall under the rear wheel
deceleration limit (here, it is assumed to be G4). That is
caused by an increase in the deceleration force (engine brake)
transmitted from engine body 6 (crankshaft 60) to rear wheel
13 by the shift-down, which exceeds the limit of the decel-
eration force (G4) in rear wheel 13.

During similar deceleration of the parallel-hybrid type
motorcycle 10 according to the present preferred embodi-
ment including a regenerative function, a generation load is
applied to generator 66 for regeneration with deceleration by
control of control section 120. In parallel-hybrid type motor-
cycle 10, control is executed so as to increase the generation
load of generator 66 in order to perform regeneration during
deceleration. As a result, in the parallel-hybrid type motor-
cycle including the regenerative function, there is a concern
that power absorption (engine brake) of engine body 6 (crank-
shaft 60) becomes larger than the case of no regeneration.

On the other hand, in motorcycle 10, electricity control
section 134 executes control so that the generation load of
generator 66 is decreased in the region R, and the deceleration
force (engine brake) transmitted to rear wheel 13 from engine
body 6 (crankshaft 60) through transmission 7 is reduced.
Specifically, control section 120 executes control so that the
rear wheel deceleration force does not exceed the limit of the
deceleration force (G4) in rear wheel 13.

Moreover, in parallel-hybrid type motorcycle 10, electric-
ity control section 134 supplies electricity to generator 66
from battery 142 through DC/DC converter 144 and assists/
drives rotation of crankshaft 60 in the region R. Specifically,
in the region R, electricity control section 134 adds a torque in
a driving direction (positive) to the negative torque generated
in engine body 6. As a result, electricity control section 134
executes control so as to decrease the negative torque output
from crankshaft 60 in the region R. As a result, the decelera-
tion force (engine brake) transmitted from engine body 6
(crankshaft 60) to rear wheel 13 is reduced. Specifically,
control section 120 executes control so that the rear wheel
deceleration force does not exceed the limit of deceleration
force (Graph G4) in rear wheel 13.

In view of this point, in the present preferred embodiment,
a control of assisting rotation of crankshaft 60 in generator 66
is performed at Step S37. As a result, by rapidly closing the
accelerator by an accelerator operation, i.e., by rapid closing
of'the accelerator, acceleration performances including nega-
tive acceleration, i.e., deceleration is improved without slip
even if deceleration is performed by engine brake.

As described above, the antiskid apparatus in motorcycle
10 in the present preferred embodiment is mounted on a
hybrid vehicle including engine body 6 outputting a thrust of
the vehicle, generator 66, battery 142, and transmission 7.
Generator 66 is connected to crankshaft 60 of engine body 6
s0 as to assist the torque for the output of engine body 6 and
generates an auxiliary driving force and that generates elec-
tricity by a rotational torque of crankshaft 60. Battery 142
supplies electricity to generator 66 and stores electricity gen-
erated by generator 66. Transmission 7 transmits rotation of
crankshaft 60 and transmits it to rear wheel 13.

Antiskid apparatus includes control section 120 to control
generator 66, and control section 120 controls generator 66
when the engine rotation speed is higher than a predetermined
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rotation speed during rapid deceleration in which vehicle
deceleration speed is a predetermined value or more or during
deceleration associated with shift-down through transmission
7 so as to adjust the deceleration torque of rear wheel 13 as
follows. Specifically, by controlling generator 66, an opera-
tion of decreasing a generated amount of power from genera-
tor 66 is changed to an operation of assist driving of crank-
shaft 60.

As a result, the deceleration torque of rear wheel 13 is
adjusted. Moreover, control section 120 controls the assisted
driving of crankshaft 60 by generator 66 and regenerative
driving of generator 66 on the basis of the input vehicle speed,
acceleration/deceleration, gear shift stages, engine rotation
speed, and acceleration operation amount.

Specifically, control section 120 controls generator 66 and
controls operations from a regenerative power absorbing
operation including the operation of decreasing the generated
amount of power from generator 66 to an assisted driving
operation of the crankshaft on the basis of the input vehicle
speed, acceleration/deceleration, shift stages of transmission,
shift change operation which is an operation of changing a
shift stage, engine rotation speed, and acceleration operation
amount.

Moreover, control section 120 detects slip of rear wheel 13
as a slip detecting section on the basis of the input vehicle
speed, acceleration/deceleration and wheel rotation speed.
Control section 120 detects slip of rear wheel 13 during
deceleration of the vehicle and drives engine body 6 by con-
trolling generator 66 so as to decrease the deceleration torque
generated in rear wheel 13.

Thus, during driving with acceleration/deceleration, spe-
cifically, during deceleration which is negative acceleration
or during acceleration, the driving force to rear wheel 13
through crankshaft 60 is assisted in the assisting region R
without performing regeneration by generator 66 and by
decreasing the generation load of generator 66. As a result,
deceleration performances of the vehicle is improved.

The antiskid apparatus of the present preferred embodi-
ment is configured to be used in dual-clutch type transmission
7 provided with first clutch 741 and second clutch 742 but
may be configured to be used in a single clutch. In this case,
too, the working effects similar to those of the antiskid appa-
ratus mounted on motorcycle 10 are obtained.

The preferred embodiments disclosed herein are illustra-
tive in all aspects and shall not be considered as limiting. The
scope of the present invention is defined not by the description
herein but by the appended claims and is intended to include
all modifications, changes and adaptations within the mean-
ing and equivalents of the appended claims.

The antiskid apparatus according to preferred embodi-
ments of the present invention is preferably mounted on a
parallel-hybrid type vehicle and has an effect that slip of the
driving wheel is reliably avoided and is particularly useful as
an apparatus to control a motorcycle on which a twin-clutch
type transmission apparatus is mounted.

While preferred embodiments of the present invention
have been described above, it is to be understood that varia-
tions and modifications will be apparent to those skilled in the
art without departing from the scope and spirit of the present
invention. The scope of the present invention, therefore, is to
be determined solely by the following claims.

What is claimed is:

1. An antiskid apparatus for a hybrid vehicle, the hybrid
vehicle including an engine that outputs a rotational power
from a crankshaft as a propelling force of the vehicle; a power
generator that is connected to the crankshaft of the engine, the
power generator configured to be driven by the crankshaft to
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generate electricity and to generate an auxiliary driving force
that assists driving of the crankshaft; a battery that supplies
electricity to the power generator and is configured to store
the electricity generated by the power generator; and a trans-
mission that changes a rotation speed of the crankshaft and
transmits the rotational power to a driving wheel, the antiskid
apparatus comprising:

a generator control section programmed to adjust a decel-
eration torque of the driving wheel by controlling the
power generator to change from an operation of decreas-
ing a generated amount of power from the power gen-
erator to an operation of assisting driving of the crank-
shaft when an engine rotation speed is higher than a
predetermined rotation speed during deceleration in
which a vehicle deceleration speed is at a predetermined
value or more or during deceleration associated with
shift-down through the transmission.

2. The antiskid apparatus according to claim 1, wherein the
generator control section is programmed to control the power
generator to adjust the deceleration torque of the driving
wheel before the driving wheel slips.

3. The antiskid apparatus according to claim 1, wherein the
generator control section is programmed to control the power
generator based on an input vehicle speed, acceleration/de-
celeration, a shift stage of the transmission, a shift change
operation which is an operation of changing the shift stage, an
engine rotation speed, and an acceleration operation amount
to control operations including a regenerative electricity
absorbing operation and an assisted driving operation of the
crankshaft, the regenerative electricity absorbing operation
including an operation of decreasing the generated amount of
power from the power generator and an assisted driving
operation of the crankshaft.

4. The antiskid apparatus according to claim 2, wherein the
generator control section is programmed to control the power
generator based on an input vehicle speed, acceleration/de-
celeration, a shift stage of the transmission, a shift change
operation which is an operation of changing the shift stage, an
engine rotation speed, and an acceleration operation amount
to control operations including a regenerative electricity
absorbing operation and an assisted driving operation of the
crankshaft, the regenerative electricity absorbing operation
including an operation of decreasing the generated amount of
power from the power generator and an assisted driving
operation of the crankshaft.

5. The antiskid apparatus according to claim 1, further
comprising:

aslip detecting section that detects slip of the driving wheel
based on an input vehicle speed, acceleration/decelera-
tion, and wheel rotation speed; wherein

the slip detecting section detects the slip of the driving
wheel during deceleration of the vehicle and drives the
engine by controlling the power generator to decrease
the deceleration torque generated in the driving wheel.

6. The antiskid apparatus according to claim 2, further
comprising:

aslip detecting section that detects slip of the driving wheel
based on an input vehicle speed, acceleration/decelera-
tion and wheel rotation speed, wherein

the slip detecting section detects the slip of the driving
wheel during deceleration of the vehicle and drives the
engine by controlling the power generator to decrease
the deceleration torque generated in the driving wheel.

7. The antiskid apparatus according to claim 3, further
comprising:

5

—_
<

15

20

35

40

45

55

24

a slip detecting section that detects slip ofthe driving wheel
based on the input vehicle speed, acceleration/decelera-
tion, and wheel rotation speed; wherein

the slip detecting section detects the slip of the driving
wheel during deceleration of the vehicle and drives the
engine by controlling the power generator to decrease
the deceleration torque generated in the driving wheel.

8. The antiskid apparatus according to claim 4, further

comprising:

a slip detecting section that detects slip ofthe driving wheel
based on the input vehicle speed, acceleration/decelera-
tion, and wheel rotation speed, wherein

the slip detecting section detects the slip of the driving
wheel during deceleration of the vehicle and drives the
engine by controlling the power generator to decrease
the deceleration torque generated in the driving wheel.

9. The antiskid apparatus according to claim 1, wherein the

transmission includes:

a first clutch and a second clutch to which the rotational
power is transmitted from the crankshaft;

an output shaft that rotates and outputs a driving force to
the driving wheel;

a first input main shaft parallel or substantially parallel to
the crankshaft, the first input main shaft configured to
receive the rotational power by engagement of the first
clutch and transmit rotation to the output shaft through
an odd-number stage shift gear mechanism including
odd-number shift gear stages; and

a second input main shaft parallel or substantially parallel
to the crankshaft, the second input main shaft configured
to receive the rotational power by engagement of the
second clutch and transmit rotation to the output shaft
through an even-number stage shift gear mechanism
including even-number shift gear stages.

10. The antiskid apparatus according to claim 2, wherein

the transmission includes:

a first clutch and a second clutch to which the rotational
power is transmitted from the crankshaft;

an output shaft that rotates and outputs a driving force to
the driving wheel;

a first input main shaft parallel or substantially parallel to
the crankshaft, the first input main shaft configured to
receive the rotational power by engagement of the first
clutch and transmit rotation to the output shaft through
an odd-number stage shift gear mechanism including
odd-number shift gear stages; and

a second input main shaft parallel or substantially parallel
to the crankshaft, the second input main shaft configured
to receive the rotational power by engagement of the
second clutch and transmit rotation to the output shaft
through an even-number stage shift gear mechanism
including even-number shift gear stages.

11. The antiskid apparatus according to claim 3, wherein

the transmission includes:

a first clutch and a second clutch to which the rotational
power is transmitted from the crankshaft;

an output shaft that rotates and outputs a driving force to
the driving wheel;

a first input main shaft parallel or substantially parallel to
the crankshaft, the first input main shaft configured to
receive the rotational power by engagement of the first
clutch and transmit rotation to the output shaft through
an odd-number stage shift gear mechanism including
odd-number shift gear stages; and

a second input main shaft parallel or substantially parallel
to the crankshaft, the second input main shaft configured
to receive the rotational power by engagement of the
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second clutch and transmit rotation to the output shaft
through an even-number stage shift gear mechanism
including even-number shift gear stages.

12. The antiskid apparatus according to claim 4, wherein

the transmission includes:

a first clutch and a second clutch to which the rotational
power is transmitted from the crankshaft;

an output shaft that rotates and outputs a driving force to
the driving wheel;

a first input main shaft parallel or substantially parallel to
the crankshaft, the first input main shaft configured to
receive the rotational power by engagement of the first
clutch and transmit rotation to the output shaft through
an odd-number stage shift gear mechanism including
odd-number shift gear stages; and

a second input main shaft parallel or substantially parallel
to the crankshaft, the second input main shaft configured
to receive the rotational power by engagement of the
second clutch and transmit rotation to the output shaft
through an even-number stage shift gear mechanism
including even-number shift gear stages.

13. The antiskid apparatus according to claim 5, wherein

the transmission includes:

a first clutch and a second clutch to which the rotational
power is transmitted from the crankshaft;

an output shaft that rotates and outputs a driving force to
the driving wheel;

a first input main shaft parallel or substantially parallel to
the crankshaft, the first input main shaft configured to
receive the rotational power by engagement of the first
clutch and transmit rotation to the output shaft through
an odd-number stage shift gear mechanism including
odd-number shift gear stages; and

a second input main shaft parallel or substantially parallel
to the crankshaft, the second input main shaft configured
to receive the rotational power by engagement of the
second clutch and transmit rotation to the output shaft
through an even-number stage shift gear mechanism
including even-number shift gear stages.

14. The antiskid apparatus according to claim 6, wherein

the transmission includes:

a first clutch and a second clutch to which the rotational
power is transmitted from the crankshaft;

an output shaft that rotates and outputs a driving force to
the driving wheel;

a first input main shaft parallel or substantially parallel to
the crankshaft, the first input main shaft configured to
receive the rotational power by engagement of the first
clutch and transmit rotation to the output shaft through
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an odd-number stage shift gear mechanism including
odd-number shift gear stages; and

a second input main shaft parallel or substantially parallel
to the crankshaft, the second input main shaft configured
to receive the rotational power by engagement of the
second clutch and transmit rotation to the output shaft
through an even-number stage shift gear mechanism
including even-number shift gear stages.

15. The antiskid apparatus according to claim 7, wherein

the transmission includes:

a first clutch and a second clutch to which the rotational
power is transmitted from the crankshaft;

an output shaft that rotates and outputs a driving force to
the driving wheel;

a first input main shaft parallel or substantially parallel to
the crankshaft, the first input main shaft configured to
receive the rotational power by engagement of the first
clutch and transmit rotation to the output shaft through
an odd-number stage shift gear mechanism including
odd-number shift gear stages; and

a second input main shaft parallel or substantially parallel
to the crankshaft, the second input main shaft configured
to receive the rotational power by engagement of the
second clutch and transmit rotation to the output shaft
through an even-number stage shift gear mechanism
including even-number shift gear stages.

16. The antiskid apparatus according to claim 8, wherein

the transmission includes:

a first clutch and a second clutch to which the rotational
power is transmitted from the crankshaft;

an output shaft that rotates and outputs a driving force to
the driving wheel;

a first input main shaft parallel or substantially parallel to
the crankshaft, the first input main shaft configured to
receive the rotational power by engagement of the first
clutch and transmit rotation to the output shaft through
an odd-number stage shift gear mechanism set as odd-
number shift gear stages; and

a second input main shaft parallel or substantially parallel
to the crankshaft, the second input main shaft configured
to receive the rotational power by engagement of the
second clutch and transmit rotation to the output shaft
through an even-number stage shift gear mechanism
including even-number shift gear stages.

17. A vehicle comprising the antiskid apparatus according

to claim 1.
18. A motorcycle comprising the antiskid apparatus
according to claim 1.



